Testimony of Mr. Arthur Gruhn, PE
Transportation Chief Engineer

Proposed 345kV Transmission Line (Segments 3 & 4)

1. Would you state your name, title, duties and responsibilities with
the Connecticut Department of Transportation (ConnDOT)?

e My name is Mr. Arthur Gruhn, and | am the Transportation Chief Engineer for
the ConnDOT. | am a registered Professional Engineer in the state of
Connecticut. My duties and responsibilities include the administration of staff
and operations for the design, construction, reconstruction and maintenance
of state highway network and engineering projects; develop, implement and
evaluate bureau policies, goals and objectives; design and develop bureau
programs and activities; implement new procedures and procedural revisions;
direct testing of highway materials and execution of transportation contracts;
determine appropriate staffing levels and direct management and
coordination of staff; design and implement performance review standards
for bureau staff; prepare bureau budget; maintain contacts with individuals
within and outside of bureau who impact on policy or program activities, such
as bureau heads, the Governor's Office, the Legislature, town officials,
construction organizations, the general public, and answer questions
regarding scope, funding, priority, scheduling and status of transportation
program projects; act as engineering consultant to the Deputy Commissioner
and other bureaus of the Department as needed; and serve as a chairman or
member of various committees.

2. Do you have any concerns about Northeast Utilities (NU)
underground 345 kV proposals?

e Yes. The ConnDOT has numerous concerns about the installation of high
voltage transmission lines longitudinally within the right-of-way of State
maintained highways. Let me summarize these as follows:

A. Underground transmission lines are extremely costly to install, and
future relocation or readjustment of these lines will likely be even
more expensive than the original installation.

B. The ConnDOT’s infrastructure improvement program routinely
impacts the various utilities that are present within the highway right-
of-way. The ConnDOT typically reimburses the utility companies for
engineering and relocation costs at a rate of 50% for unlimited access



highways and 100% for “limited access” highways. The extremely
high cost of underground transmission line relocations or adjustments
would add significant costs to the ConnDOT’s capital program.

The potential financial burden that relocation or readjustment to
underground transmission lines would add to the ConnDOT'’s
infrastructure improvement program is of monumental concern. As
such, the ConnDOT desires to enter into a formal agreement with NU,
to ensure that the cost for future relocation or adjustments would not
be eligible for reimbursement and the total cost would be NU’s.

The high costs associated with transmission line relocations or
adjustments would, in and of themselves, cause certain ConnDOT
projects to be canceled. In other words, if a relatively small
transportation improvement project requires an adjustment to an
underground transmission line, the high costs of the utility relocation
may not be justified due to the high cost involved, especially when
compared to comparable locations elsewhere, where no underground
transmission line exists. Certain roadways in this state will be saddled
with a physical feature that will limit feasible and prudent
improvements that would normally be easily accomplished and
funded.

The high costs associated with transmission line relocations or
adjustments would, in and of themselves, cause certain ConnDOT
projects to be delayed for several years.

The ConnDOT’s engineers view the presence of any existing utility as
an obstacle that must be overcome or properly addressed during
design. History has shown that very expensive utility infrastructure
often becomes a major design control, and, as such, the actual design
is significantly influenced by the presence of utilities. For example, the
presence of an underground transmission facility could very easily
limit changes made to the roadway profile. The resultant profile may
not even meet design minimums, but may be the best that can be
achieved when utility relocation costs are taken into account.

State-maintained roadways quite often handle high volumes of traffic.
As such, the ConnDOT has routinely resorted to night construction,
since the traffic volumes are typically much lower then. Any work
that occurs within the State highway right-of-way that has an adverse
effect on traffic flow would be subject to the same limitations and
restrictions.



H. Underground transmission lines are spliced together at strategically
placed junction chambers. Splicing operations can last for several
continuous days. As such, the placement of these junction chambers
is critical in terms of their effect on traffic flow.

I. Desirably, it is better from the ConnDOT’s viewpoint to locate any
underground transmission line outside the limits of the paved traveled
way. Cutting the pavement to install or maintain a transmission line
can measurably decrease the life expectancy of the pavement.

J. The depth of any transmission line is an issue that needs to be
addressed. A review of certain Route 7 improvement projects reveals
that an 8’ installation depth (measured from the ground surface to
the top of the utility conduit) would likely place the utility line in a
position to avoid the majority of impacts associated with roadway cuts
and drainage installations. It is difficult, if not impossible, to predict
the scope of future roadway improvements. The deeper the
installation, the less likely a future impact will occur from a
transportation improvement project.

K. The ConnDOT may have projects within the Ilimits of NU’s
underground transmission line proposals. Depending upon the level
of design completion, NU should be subject to the following
requirements:

a. For projects that are in the planning phase or in preliminary
design, NU should coordinate with the prime designer to minimize
any potential conflicts.

b. For projects that are in final design, NU should design their
facilities to avoid improvements proposed by the ConnDOT.

c. Any work that takes place within the ConnDOT's right-of-way will
need an Encroachment Permit from the ConnDOT.

3. Would you define “limited access” highway?

e “Limited access” highways are defined as those that the Commissioner of
Transportation, with the advice and consent of the Governor and the Attorney
General, designates as limited access highways to allow access only at
highway intersections or at designated points. This is provided by Section
13b-27 of the Connecticut General Statutes (CGS).



. Can you provide an example of limited access highways?

Yes. Interstate 95 and the Merritt Parkway (Route 15) are two examples of
limited access highways. In both cases, access onto and off of these
highways only occurs at selected locations or interchanges. This is done to
exert a high level of control on vehicles entering or exiting the facility in order
to improve safety, while accommodating a high volume of traffic flow.

. Does the ConnDOT have a list of “limited access” highways?

Yes. The ConnDOT has a list of all “limited access” highways. The
information is contained in the report titled “2003 Limited Access State
Numbered Highways,” dated December 31, 2002. This report is updated
annually and published by the ConnDOT. DOT Exhbitit 1.

. Does the ConnDOT have any established criteria concerning the
installation of utilities with the ROW of “limited access” highways?

Yes. The ConnDOT has a publication titled “A Policy on the Accommodation
of Utilities on Highway Rights-of-Way,” dated April 1, 1977 (DOT Exhbiit 2)
,which is incorporated by reference into the Regulations of Connecticut State
Agencies, Section 13b-17-17. This document contains definitive restrictions
concerning the installation of utilities within “limited access” highways. A
summary of these restrictions follows:

A. Except for special cases, under strictly controlled conditions, new
utilities will not be permitted to be installed longitudinally within the
non-access lines.

B. It is desirable that public service facility crossings shall be made at
grade separation structures and not across the limited access
highway.

C. It is desirable that no poles or other aerial facilities shall be located

within the right-of-way of the limited access highway or within
traffic interchange areas.

D. Utilities crossing between highway grade separation structures shall
be placed underground on a line generally perpendicular to the



highway alignment, with manholes, other access points and
appurtenances preferably located outside the non-access line.

E. All facilities passing under a limited access highway shall be
constructed of durable materials, installed in such a manner as to
virtually preclude the necessity of disturbing the roadways for the
performance of utility maintenance or expansion operations.

F. Reasonable consideration shall be given for further expansion of
utilities in the design of structures crossing limited access
highways.

G. Access for normal servicing of a utility on or across a limited access

highway shall be limited to (a) frontage roads where provided, (b)
nearby or adjacent public roads or streets, (c) trails along or near
the highway right-of-way lines connecting only to an intersecting
road.

H. Emergency maintenance procedures and special maintenance
which may be required within the non-access lines shall be allowed
by permit only and under the terms of the agreement for the
maintenance of public utility facilities crossing or located within the
right-of-way of limited access highways.

. Why are the restrictions for “limited access” highways more
stringent than for other State-maintained highways?

Safety and congestion are the primary concerns. Limited access highways
typically carry high volumes of traffic at high speed. Access to these
highways is tightly controlled and only allowed at specific points. Any
construction or maintenance activity on roads of this type has the potential of
disrupting the free flow of traffic and possibly compromising safety.

. On March 25, 2004, an event occurred on Interstate 95 in the City of
Bridgeport that affected the 1-95 bridge over Howard Avenue. Can
you briefly describe the event and then offer your opinion on what
would have occurred if a 345kV transmission line were physically
attached to the underside of the Howard Avenue structure?

Basically, a vehicular accident occurred that resulted in the release of home
heating oil. This oil ignited and burned for a long period of time. The heat
from the fire destroyed the structural carrying capacity of the 1-95 bridge



over Howard Avenue. The bridge sagged 3-4 feet since the steel beams
softened due to the high heat that was produced by the fire. In fact, an
overhead transmission line was damaged during the fire. Replacement of the
line involved two days of work by a Ul subcontractor. If a liquid-cooled 345
kV line had been involved, the replacement of this line would have taken a
significantly longer period of time, possibly affecting the ability of the
Department to re-open 1-95 to traffic in a timely manner. Such a delay would
have had a disasterous affect on the economy of the Bridgeport region and
the northeast region due to the disruption of the vital 1-95 transportation
corridor.

e Now, if a 345kV line had been attached to the underside of this structure, one
can only speculate how much worse it would have been. Would the high
voltage present any undue safety hazard to the traveling public or to the
emergency workers who responded to the emergency? Would the cooling
liquid for the 345kV line have added to the fire? We really don’'t know the
answer to these questions. However, we can speculate that the already
difficult situation would have been more complicated and probably worse had
a 345kV line been present.

We should learn from history, and this event has added a new dimension to
the prospect of installing a 345kV transmission line within any transportation
corridor.

9. If you had the choice of installing an underground transmission line
longitudinally within the right-of-way of a State maintained
highway versus a town road, which choice would you make?

e Generally speaking, State-maintained highways carry high volumes of traffic
at higher speed, and are the most likely to be widened, improved or
reconstructed. On the other hand, local roads are quite often lower volume
roadways, carrying traffic at lower speeds, and are less likely to see major
changes due to reconstruction. Therefore, my choice would be to use a local
road whenever possible.

10. Is there any existing longitudinal underground transmission line
facilities within the State highway right-of-way? Can you briefly
describe these installations?

e Yes, currently there is a 115 kV underground transmission facility owned by
the United llluminating Company (Ul) in the City of New Haven on Water
Street (U.S. Route 1).



11. Did this 115 kV underground transmission facility pose any
substantial issues (hardships) to its State highway project?

Initially, the answer was yes. The preliminary drainage design created a
situation in which all utility facilities were going to see substantial utility conflicts.
However, ConnDOT's greatest concern was the impact to the 115kV
underground transmission facility, and the primary concern was the cost. The
initial cost estimate from Ul for the relocation of this transmission facility was
between $2,000,000 and $2,500,000 (approx. 1,300 feet). This translates to a
cost of approximately $1,300 per foot! This portion of U.S. 1 is a “not limited
access” highway, However, Ul would have been reimbursed 100% of its
engineering and construction costs since the State highway project was initiated
under 1-95 which is a “limited access highway”. In essence, this had the potential
of escalating the net total cost of the State highway project significantly. After
many weeks of review, analysis and design, a drainage design was developed
that eliminated the need to relocate the 115kV underground transmission facility.
In this case, a tremendous financial burden to the State and its taxpayers was
averted. However, one must be acutely aware that the installation of miles of
underground transmission lines will inevitably be a financial issue for the
ConnDOT to contend with.

12. Does the Department have any concerns about the impact on the
Department’s systems, such as traffic signals?

Yes. The operation of the traffic signals along the proposed path of the
345kV line will certainly be effected. The vehicle detectors and their homeruns,
conduit, and any other equipment in the path of the underground line will need
to be relocated or replaced. The potential problems in the operation of the
equipment that controls the intersection timing, the communications to the
intersections, and the L.E.D. lamps are all unknown territory. The applicants will
have to insure that the design and operation of the system meet all the
requirements so as to not effect any user equipment adjacent to the 345kV line
path.

Testimony of Charles F. Roman
Director of Fiscal/Special Projects for the Department of Transportation

Proposed 345kV Transmission Line (Segments 3&4 — underground)

The 345kV transmission line is being proposed along Routes 1, 7, 57, 123, 130,
809 and 1-95 as well as local roads.



13. What are your concerns regarding the proposed transmission line?

My concerns with regard to the construction of the proposed transmission line relate to
the financial impacts on the Department of Transportation and its mission to provide a

safe, efficient and cost-effective transportation system that meets the mobility needs of
its users.

14. Why does the proposed construction of the transmission line have a
financial effect on the Department of Transportation?

Although the Department does not participate in the cost of the construction of the
transmission line, the Department is concerned about the possible costs associated with
reimbursing the Utility Companies for relocating their facilitates when they are impacted
by a Highway relocation project. Because the estimated cost associated with an
impact on the proposed transmission line is significantly greater with proposed facilities
than facilities currently in use, there will be a financial effect on the Department.

15. Will the Department have difficulty in absorbing the additional costs
associated with Utility reimbursements related to the proposed transmission
line?

The Department has currently identified a wide variety of locations within the State that
are programmed for roadway construction in the years to come. These projects have
been selected because they will reduce accidents and congestion for the traveling public
by providing improvements in safety and efficiency. Funds for design and construction
are obtained from the Federal Highway Administration (FHWA) supplemented with State
funds, and are not anticipated to significantly increase in the near future. Although the
Department’s program is very dynamic, a comparison of the projects currently
programmed for construction with the available funding reveals that the Department
has identified improvements within the State that significantly exceed our anticipated
funding levels. The task of determining which projects can go to construction and which
must be delayed until adequate funding is available is always a difficult one for the
Department. Increases in the amount the Department expends for reimbursements to
Utilities will exacerbate the situation and will directly reduce the funding available for
other projects. See attached “Grouped Project Report”

16. What is the estimated financial impact to the Department with regards
to future construction projects planned in the area of the proposed
transmission line?



A cursory review of the construction currently scheduled by the Department in the area
of the underground transmission line, identifies at least 17 intersections where
construction may impact on the proposed underground transmission line (see
attached). Estimates provided by our Utility Unit of an average cost of $2 million per
conflict with the transmission line and two conflicts per intersection result in an
estimated additional cost to identified projects of $68 million, with the Department’s
share being 34 million for the proposed route. As stated in the previous answer, this
will have a direct effect on the amount of construction the Department will be able to
undertake. If for example, the Department decided to absorb the estimated additional
costs by reducing the amount of roadway resurfacing it performed, the result would be
that up to 388 miles of roadway would go unpaved.

17. Would you like to summarize the financial impacts to the Department
associated with the construction of the proposed transmission line?

The answers presented to the previous questions identify that the construction of the
proposed underground transmission line will have a significant financial effect on the
Department. The additional costs the Department will be required to pay for utility
relocation will directly effect the amount of construction that can be performed.
Whether the Department chooses to absorb the additional costs by reducing
resurfacing, or eliminating some of the intersection improvement or bridge rehabilitation
projects, there will be an impact on it's overall mission to provide a safe and efficient
transportation system.

Testimony from Keith R. Lane, P.E.
Director of Research and Materials
Connecticut Department of Transportation

Proposed 345-kV transmission line for Docket 272

The installation of the proposed 345-kV High Pressure Fluid-Filled line (HPFF),
Middletown to Norwalk, will affect the condition of various State Roads (SRs). To
assure the serviceability of Connecticut Department of Transportation CTDOT SRs, the
following questions need to be addressed.

18. How will trenching, patching, and final restoration be accomplished.

Daily trenching and patching of areas will be performed on a daily basis in accordance
with all CTDOT specification. At the conclusion of a section, as determined by CTDOT
NU shall restore pavement surfaces full lane width, or curb to curb, by milling and



replacing a minimum of 2 inches of Hot Mix Asphalt (HMA); specific mix will be
determined by the traffic level for each section. All materials used for this item shall
comply with the Form 814A and latest supplemental specifications and be approved by
the DOT prior to their use. Traffic pavement marking shall also be restored as per form
814A and latest supplemental specification.

19. How will road restoration requirements be incorporated?

Indications by NU, are that most of the underground portion will be under the
pavement surface throughout its installation. NU has indicated throughout their
application that they will restore all disturbed SRs to the same or better condition than
encountered using only approved methods and materials.

The CTDOT requires that all roadways where this transmission line will be
installed be restored in accordance with Form 814A, the latest supplemental
specifications and applicable special provisions.

20. How will Quality Control by NU, or the Contractor, be provided?

Thirty days prior to trenching any SRs, a quality control plan shall be submitted
to the DOT for review and approval. The QC plan shall include all aspects of
construction activities and use of quality materials, including but not limited to
welding operations, the method of transportation and disposal of all sub-grade &
sub-base materials from trenching, details of method of refilling trench, providing
elevations of flow-able fill or other suitable sub-grade up to 19 inches from
bottom of bound layer (or thickness required to match pre-existing roadway
conditions), providing required compaction of processed aggregate base (PAB),
and the use and proper placement of HMA mixtures to bring trench up to grade,
and finally mill and pave full lane width or curb to curb.

21. Will NU be required to notify and receive pre-approval of
materials, mix designs and contractor personnel?

Unbound layer materials: All sources for unbound materials (sub-grade,
sub-base, PAB, flow-able fill, etc.) shall be pre-approved by CTDOT and tested
for physical properties for determination of in-place density, as needed, in
accordance with the NU Quality Control Plan. If existing native materials are to
be reused for trench backfilling, NU shall ensure that materials are free from any
contaminants or injurious materials and conform to the specification
requirements for which they are intended
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Flow-able fill: If flow-able fill is to be used, NU, or their representative,
shall provide a mix design to the DOT for review that meets the requirements of
NU and provides similar permeability characteristics as insitu materials.

Welding of steel pipes: Prior to welding of any item including plates, pipe,
etc., NU shall ensure that all welders conform to all applicable American Welding
Society (AMS) and American Society Mechanical Engineers (ASME) criteria as
stated in the QC plan. All welders and applicable AWS and ASME certifications
shall be provided to the DOT.

Precast items: The facility used for the manufacture of pre-cast items
shall be a CTDOT approved fabricator. Pre-cast items used in this project shall
be manufactured in accordance with DOT specifications Form 814A prior to
incorporation into roadway.

Density of unbound layers: All compaction of unbound layers shall
conform to CTDOT specifications Form 814A when compacted in 6 inch layers as
required to bring elevations to bottom of bound layer grade.

22. Will NU be required to provide inspection and documentation of
all work?

NU, or their representative as per their Quality Control Plan, shall ensure that
inspection and testing of all materials is in compliance for State roadways in
accordance with the Form 814A and latest supplemental specifications. All
inspections and testing reports shall be provided to the CTDOT during the
progress of the project.

23. How will the heat generated by the cables affect the pavement
structure?

A differential in the pavements environmental conditions, heat and moisture,
affect the structural performance of that pavement. A frozen pavement
structure responds differently than a non frozen pavement. Pavements perform
well as long as all factors influencing the pavement are uniform. If one half of
the lane is frozen and the half is thawed then forces induced by the differential in
moisture and temperature will adversely affect the pavement performance. NU
needs to provide information on the temperature dissipation and the
environmental effect the condition transmission lines have on the pavement
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structure. We, CTDOT, can then assess the impact within the pavement
structure.

24. What specific detail will be followed by NU for trench backfilling?

NU will restore all roadway pavements to match preexisting layouts of all specific
unbound and bound layers. The following diagram shall be followed, unless
otherwise approved by CTDOT.

Existing Pavement Typical Typical Patching
thickness for Trench
Backfilling
Bound Layer-Class 1-1/2to 3

1 (or equivalent) inches
or Concrete Restore with HMA
to match existing

site conditions with

3-1/2to 8 equivalent
Bound layer- Class inches materials as
4 (or equivalent) approved by
or Concrete CTDOT
8-16 inches
Processed of various Restore to
Aggregate Base or approved minimum of 10
Subbase materials inches in two lifts
Subgrade Restore with
Site specific approved backfill
material or flow-
able fill to 19
inches from final
grade
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Testimony of Pat Rodgers
Department of Transportation Office of Maintenance

Proposed 345kV Transmission line (Segments 3 & 4)
25. What is the role of the DOT office of Maintenance relative to
utility work on state highways?
The office of Maintenance is responsible for the issuance of encroachment
permits, which allow the use of the state highway right of way by other than the
DOT for other than travel purposes. This would include the aerial or buried
installation of utilities.
26. What governs encroachment permits?
The Highway Encroachment Permit Regulations of 1992.
27. What is the DOT attempting to accomplish through the
encroachment permit process?
To ensure the safety of the travelling public during and after utility construction
work, and to ensure that the taxpayer’s investment in the highway infrastructure
is not compromised by utility construction activity.
28. How is this accomplished?
By requiring anyone wishing to occupy the state highway right of way to apply
for and be issued an encroachment permit and inspection of permitted work.
29. What is the relationship between the encroachment agreement
and the encroachment permit?
The encroachment permit allows for the construction of the facility and the
restoration of disturbed areas of the state highway right of way. The

encroachment agreement defines in more specific detail the terms of existence
of the encroachment, particularly with respect to relocation.
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30. What is the process by which a utility company receives an
encroachment permit?

An Application for Permit is filed with the District Maintenance Director of the
maintenance district in which the work will take place. The application shall
include between three and ten sets of detailed 40 scale plans showing plan and
profile views. The plans shall indicate the exact location of the proposed work in
relation to features in and along the highway right of way such as property lines,
pavement markings, sidewalks, curbs, trees, intersecting streets, drainage
facilities, traffic control appurtenances and other existing utilities. The plans
shall be detailed to the extent that the DOT can determine the exact locations of
various segments of the work. Work zone traffic control (maintenance and
protection of traffic) must be included as well as standard details for various
construction methods.

The DOT will conduct a review of the plans and require revisions if the planned
materials or methods of construction are not in conformance with those
established by the DOT as acceptable or are in conflict with the goals of the DOT
as stated in A4. The applicant must revise the plans to address the DOT’s
concerns and resubmit them to the District Maintenance Director. The DOT will
work closely with the applicant during the review process to ensure that the
plans are approved as expeditiously as possible. Once the plans are approved,
an encroachment permit can be issued.

31. What establishes acceptable materials and methods of
construction?

The Highway Encroachment Permit Regulations, The DOT Standard
Specifications for Roads, Bridges, and Incidental Construction, and various other
publications and manuals.

32. What type of standard details need to be included in the plans?
Typical detail sheets should include erosion and sedimentation control plan,
maintenance and protection of traffic plan, trench cross section, temporary and
permanent trench pavement, roadway milling and resurfacing, pavement

marking, drainage and guiderail replacement, and any other aspect of the
construction that would impact the state highway right of way.

33. What is contained in the actual permit?
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The encroachment permit contains language allowing the permittee to perform
work within the right of way for the sole benefit of the permittee or the
permittee’s agent. The permit will specify hours of work, traffic control
personnel requirements, holiday work restrictions, and other language deemed
necessary in order to protect the investment in the highway and those who use
it. The application, the plans, and any other supporting documents are attached
to the permit and are incorporated by reference into the permit.

34. Can work begin before the permit is issued?

No. Additionally, any pre-conditions of work, as stated by the DOT in its
approval letter, permit, or pre-construction meeting, must be satisfied.

35. How long is the permit good for?

One year, however, the permit can be extended.

36. What role does DOT take during construction?

DOT will monitor and inspect the construction activity. We may require changes
in material, equipment or workmanship if the above is not being carried out
within the terms of the encroachment permit.

37. How long is the utility responsible for the facility?

The utility has continuing responsibility for the facility.

Testimony of John F. Carey
the Division of Traffic Engineering

Proposed 345-kV Transmission Line (Segments 3&4 -underground)

38. What is the Division of Traffic Engineering and what is the
function of the Division of Traffic Engineering within the Department of
Transportation?

The Division of Traffic Engineering is a unit within the Bureau of Engineering and
Highway Operations of the Connecticut Department of Transportation (DOT).

15



Traffic Engineering, located in the DOT headquarters in Newington, CT., is
staffed by a group of Civil and Electrical Engineers. The Division’s primary
responsibility is to promote highway safety and efficiency. This is accomplished
by the review of accident history and traffic volumes and through the
implementation of appropriate remedial action.

The Division of Traffic Engineering evaluates the need for traffic control devices
such as traffic signals, signs and pavement markings to improve safety and the
flow of traffic on the state highway system. By evaluating accident history and
traffic volumes, traffic studies supplied by commercial developers or by
investigating concerns expressed by state and local officials and the general
public, Traffic Engineering becomes aware of potential roadway deficiencies.
Implementation of recommended action is accomplished through construction
projects or by the Department’s maintenance forces. The traffic-related design
of those improvements is either performed or overseen by the Division’s
engineers. In addition, Department traffic engineers develop plans and
specifications for construction and maintenance operations to ensure the safe
and efficient flow of traffic through work zones and to protect the workers within
these zones.

As a Department of Transportation, we are not only concerned with the through
movement and safety of cars and trucks, but also the safety of pedestrian,
bicyclists, public transportation modes, emergency vehicle movement and safe
access to and from private developments and businesses.

39. From a transportation perspective, describe the roadways being
considered for the proposed routing of the underground 345-kV
transmission line along US Route 1, Route 130, SR 809 and short
sections of Routes 123 and 577

The new power line is proposed to be located underground along a 2.3 mile
section of Route 1 in Norwalk, 4.23 miles in Westport, 2.88 miles in Fairfield and
1.79 miles in Stratford for a total of 11.2 miles. It will also traverse a 1.65-mile
segment of Route 130 in Fairfield and Bridgeport a 0.75-mile section of SR 809 in
Norwalk and a 700-foot section of Route 123 in Norwalk. There is an alternate
path proposed that would be along Route 57 in Westport.

The area that the transmission line would traverse is a highly urbanized area
with much commercial development and multiple curb cuts, both signalized and
unsignalized, to access businesses. There are continuous sidewalks throughout
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much of the length indicating pedestrian usage and quite a bit of the roadside is
landscaped with well-maintained trees and plantings. There is also on street
parking in some sections. Three sections of Route 1 found in Norwalk, Fairfield
and Stratford, totaling 2.1 miles of the 11.2 miles are striped for 1 lane in each
direction with turn lanes at signalized intersections. The remaining 9.1 miles are
striped with two lanes in each direction with turn lanes at most signalized
intersections. There are 61 signalized intersections along this section of Route
1. Of these, 14 exhibit a higher than expected accident rate. Additionally, there
are 23 sections or unsignalized intersections along Route 1 in the project limits
that also exhibit high accident rates when compared to similar sections.

The expected rate is determined first by categorizing the locations in question.
Categories are broken down by the following characteristics; the number of
lanes, signalized or unsignalized, length of the section, urban or rural. Next the
number of accidents statewide that have occurred in areas that fall within a
given category are tallied along with the volume of traffic of those areas. The
expected accident rate is established by dividing the number of accidents by the
volume of traffic. It is expressed in the number of accident per million vehicle
miles traveled for a section of road and per million vehicles for intersections.
Study sites with rates exceeding the expected rate are considered candidates for
further review.

The Average Daily Traffic (ADT) for Route 1 varies considerably. Most of Route
1 along the proposed route has an ADT of 18,000 to 25,000 vehicles per day.
However, there are sections in Stratford in the area of Route 110 with ADTs of
32,000 to 42,000 vehicles per day.

The 1.65-mile section of Route 130 is a four-lane roadway. One half mile is
located in Fairfield while the remainder is in Bridgeport. The portion in
Bridgeport is divided by a raised median with ornamental trees. Of the ten
intersections that are signalized, six exhibit above average accident rates. Nine
additional sections of Route 130 within the project limits also have a greater than
expected rate of accidents. The ADT on this section varies from 15,000 to
26,000 vehicles per day.

SR 809 and Route 123 are both two-lane roadways with traffic signals at either
end. The ADT on SR 809 is 8100 vehicles per day and 16,800 vehicles per day
on Route 123. The entire 400-foot section of Route 57 in Westport exhibits
higher than average accident rates with an ADT of 13,600 vehicles per day.
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See “Table 2”

40. Do you foresee any public safety issues with the proposed
routing of the transmission line?

YES. The sections encompass approximately 21.2 miles of heavily developed
and congested state highways. Within these limits there are 53 intersections and
sections of road that have higher than expected rates of accidents. This has
been determined by comparing these locations t